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ining of Booker Washington, 
. He Says, Was Revolting 
ae and Harmful. 


(PUBLIC SPECIAL. 
edalia, Mo., Oct. 8—An. enormcous 
ywwd) heard Senator William J. Stone 
iver his “Keynote” speech in. the 
iditorium here to-night. So great was 
' crowd that many could not get with- 
the building at alt. 
‘here were many here from surround- 
towns. Democrats and Republicans, 
<@, struggling for entrance to the 
iditorium, which: began. filling an hour 
lore the Senator was due to speak. 
enator Stone arrived here in the after- 
m from Jefferson City, and was met 
| the railway station by a committee 
/sisting of members of the County and 
'y Central.commitices, and escorted to: 
| Antlers Hotel, where quarters had 
|\n reserved for him. 


‘uring the afternoon the  Senator’s 
ms were thrown . open and were 
fonged with visitors from Pettis and 
}oining counties. 

}ormer Congressman John T. Heard 
fed the meeting to order to-night, and 
roduced the junior Senator... Senator 
jne’s speech was well received and he 
; frequently interrupted by applause, 
Wily bestowed, by friends. and. oppo- 
4 GS 

mator Stone, among other things, said: 
iree or four years ago the State was swept 
ji@ storm of scandal growing out of Grand- 
i' dnvestigations into charges of bribery pre- 
ded against members of the Municipal As-, 
dbly of St. Louis and members of the State 
islature. This afforded a golden opportu- 


WASHIN 


weap iene Sees ee RES 


ministration almost complete. Governor Folk, 
then the Circuit Attorney, took up the stories 
of boodling which had been common on the 
streets for many months without attracting offi- 
cial notice, marshalled his facts and laid them 
before the Grand Jury. As a result of the in- |. 
vestigation which followed, a number of the 
House Delegates were indicted. and many con- 
victed of receiving bribes. Of these indicted 
and convicted. officials a large majority were 
Republicans. 

What is there in this. for Republicans to 
boast of? What just excuse does this af- 
ford them for assailing the Democratic party 
even of. St.- Louis for fostering the crime of 
boodling?-.'These crimes were committed, ev- 
ery one of them, while the Republicans were 
in full control of the city; they ceased as 
soon’ as Democrats came into power. <A large 
majority of the officials accepting bribes were 
tepublicans, but Republicans and Democrats | 
alike went unwhipped of justice while the city | | 
government was in Republican. hands. pita Aa fs 

How quickly the situation changed ‘upon 
the accession of the Democrats to power. in 
the metropolis! : resis eat) 

The saturnalia ceased; bold criminals van-'} 
ished into far-off hiding, and stern. justice’} 
struck with iron hand, Rees 
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IBLIC: TUESDAY, 


OCTOBER 9, 1906. 


GREAT GATHERING 
AT STONE MEETING 


“Keynote” Speech at Sedalia 
Draws Voters From 
Many Towns. 


IRITICISES ROOSEVELT 
UPON RACE ISSUE. 


Dining of Booker Washington, 
He Says, Was Revolting 
and Harmful. 


REPUBLIC: SPECIAL. 


Sedalia, Mo., Oct. 8.—An enormous 
crowd heard Senator William J. Stone 
leliver his “‘Keynote”’ speech ‘sO Ake) 
Auditorium here to-night. So great was 
the crowd that many could not get with- 
in the building at alt. 

There were many here from surround- 
ng towns. Democrats and: Republicans, 
alike, struggling for entrance to the 
Auditorium, which began filling an hour 
sefore the Senator was due to speak. 

Senator Stone arrived here in the after- 
100n from Jefferson City, and was met 
it the railway station by a committee 


-onsisting of members of 
Sity Central. committees, 
he Antlers Hotel, where quarters had 
yeen reserved for him. 

During the afternoon the Senator’s 
‘ooms were thrown open and were 
hronged with visitors from Pettis and 
1.djoining counties. 

HKormer Congressman John T. Heard 
‘alled the meeting to order to-night, and 
ntroduced the junior Senator... Senator 
Stone’s speech was well received and he 
Nas frequently interrupted by applause, 
reely bestowed, by friends and. oppo- 
1ents. 

Senator Stone. among other things, 
Three or four years ago the State was swept 

a storm of scandal growing out of Grand- 
investigations into charges of bribery pre- 
members of the Municipa? As- 


the County and 
and escorted to 


said: 


IV 
Pury 
EBL eae 
erred against 


cembly of St. Louis and members of the State 
Legislature. This afforded a golden opportu- 
rity for the yellow journal and the muck- 
faker. 


The truth itself was bad enough, but the fact 
yere gregiously distorted and exaggerated. 


ry depths of perdition were raked to. find 
ne circumstance upon which to hang a sus- 
xicion hurtful to priya te character. With mem- 
recites inessiits+he Republican. press ofthe 
State sought to saddle responsibility for. all 


hese nauseating scandals on Democrats and on 
he Democratic party. 

To read Republican papers of that day 
ind since would suppose that there was 
lot an hon official and but few honest men 
n the Democratic party. Many well-meaning 
nd -puright men, justly incensed at the ex- 
rorures, were misled and swept from their feet 
n the maelstrom of Republican misrepresenta- 


the 
one 


a8 


ion. What are the facts? And what grounds 
io thege facts afford for Republican exulta- 
ion? 

Let us see. St. Louis was the storm-center. 


t was there that boodling grew as in a hot-bed, 


hrived and reached its perfection. Jt was 
here that nine-tenths of these crimes were 
ommitted. When were they committed, and 
nder what auspices and by whom? All of 
bem, without exception, were committed while 
he ‘city government was in the hands and 


nder the control of Republicans. They were 
ll committed while theiMayor, the Sheriff, Cir- 
uit Attorney, Criminal Court Judges, and all 
ther city officials were Republicans, and while 
hat party wag dominant in both the Council 
nd the House of Delegates. 

Under the eyea and noses of these Republican 
friclals the crime of ‘boodling ' was rampant, 
et they saw not, neither did they smell. They 
rere utterly. oblivious, callous, indifferent. It 
ag not until the Demccrats came into the pos- 
assion of the city government as the result of 
1e elections of 1900 and 1901 that these crimes 
ere opened up and exposed. 

Then we had a Democratic Mayor, 
ttorney and Gheriff; indeed, a Democratic ad- 


Circuit | 


almost complete. 
Cireuit Attorney, 


ministration 
then the 
of boodling which 


Governor Folk, 
took up the stories 
had been common on the 
streets for many months without attracting offi- 
cial notice, marshaled his facts and laid them 
before the Grand Jury. As a result of the in- 
vestigation which followed, a number of the 
House Delegates were indicted. and many con- 
victed of receiving bribes. Of these indicted 


and convicted. officials a large majority were 
Republicans. 
What is there in this for Republicans to 


What just excuse 
ford them for assailing the Democratic party 
even of, St. Lov for fostering the crime of 
boodling?-.These crimes were committed, ey- 
ery one of them, while the Republicans were 
in full control of the city; they ceased as 
soon as Democrats came into power. A large 
majority of the officials accepting bribes were 
Republicans, but Republicans and Democrats 


boast. of? does this af- 


alike went unwhipped of justice while the city 
government was in Republican hands. 
How quickly the situation changed upon 


the accession of 
the metropolis! 
The saturnalia ceased; 
ished into far-off hiding, 
struck with iron hand. 
34 as parties go 
on Republican 
{ of cleaning this Augean stable belongs 
j to Democrats; and it is proper: for me to add, 
jwetiten I do -with pleasure, that while the 
i 


the Democrats to power in 


bold criminals van- 
and stern justice 


the shame of 
shoulders, 


it rests 
while the 
honor 


Mayor, the judge, tie--Sherlft and —the- »e 
are entitled to high credit for thelr part 
this memorable crusade against municipal 
bauchery, the chief credit for the victory won 
} belongs’ to Governor Folk and his assistants 
| in the office of the Circuit. Attorney. 

Again, it was charged that: money had been 
1 aed to influence legislation at the Capital. 
As soon as that charge took responsible form, 
| Governor Dockery, the then Democratic Goy- 
Ee of the State, called into council the 


in 


de- 


Democratic. Attorney General, the Democratic 
Prosecuting: Attorney and the Circuit Judge of 
the district. 
Grand juries were impaneiled, and the whole 
subject was exhaustively investigated. As a 
result of these investigations, conducted by the 
Attorney General, five State Senators were in- 
dicted for accepting or soliciting bribes. Of 
indicted Senators four were Republicans 
and only one a Democrat. They were tried 
before impartial juries of the vicinage and all 
save one were acquitted, and that one was qa 
Republican. Wour Republicans to one Demo- 
erat indict and the only one convicted a 
Republican! Undoubtedly, the story of these 
scandals, even when stripped of exaggerations, 
every Missourian should deplore; but, above all, 
the Republicans of the State should be the last 
{ to exploit it, and the most anxious to have 


it forgotten. 

Tris assault of that negro White House 
guard on Mrs. Morris reminds me of Booker 
Washington, the hegro teacher from Alabama. 
You can easily recall the ineident. The Presi- 
dent invited Washington to dine with him at 
the White House. He entertained him as his 
guest and sat with him at his private table. 

Now, if the President had been a private 
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Seat Sale Onens Tomorrow 
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Se ee BE ST. LOUIS REPUBLIC: TUE SDAY 


THE FOREST PARK TRACK2: 

The plan of ridding the park and. its neighborhood 
on the north side of railroad tracks discussed by 
Ramsey Jr., former president of the Wa- 


Joseph i ) 
Louis Terminal 


bash and former manager of the St. 
Railroad Association, is worthy of careful considera- 
tion, This plan was outlined by Mayor Wells in 
the Post-Dispatch’s interview with him on the. sub- 
ject, but Mr. Ramsey goes into it more fully. It 
has two great advantages—completeness and sim- 
plicity. 


Mr. Ramsey proposes that the Wabash give up | 


its western entrance to Union 
tracks now running from Ferguson to the station 
through the park, and go into the station by way 
of its other line over the Merchants Terminal tracks. 
This would inyolve giving up the tracks of the 
Wabash at least from De Hodiamont to King’s 
highway or beyond, a part of which is used in 
common with the Wabash by the Rock Island. The 
Rock Island, he suggests, could come into Union Sta- 
tion over the tracks of the Frisco, with which it is 
in alliance, the two roads being practically one sys- 


tem. 


briefly stated are that they do not offer a perma: | 


nent solution of the problem, and that the plan to 
run the Wabash on the other side of the park by 
wav of the Belt line would be very costly and would 
considerably increase the length of the line and the 
time of trains. 

The great advantage of Mr. Ramsey’s plan is that 
it is simple, requiring no new right of way, track 
building and property acquiring problams. It would 
clear the park and the contiguous resident prop- 
entirely of railroad tracks, a consummation 


erty 1 
devoutly to be wished. 
The obstacles in the way, which would be in the 


> 
way of 


Mr. Ramsey’s objections to the other plans | 


Station over. the | 


any plan involving the shifting of the tracks | 


out of the park, are the cost to make the change | 


and the compensation which he suggests should be 
made to the railroads for making the change. His 
idea is that the city and the property owners should 


combine to compensa‘e the railroads for the property | 


aurrendered_and the riohts_of wav. That. the prop- | 


erty sacrificed by the railroads should be bought 


at a fair price is a just proposition, but how far the 


city should compensate the railroads for yielding up | 
bie! . * 
track privileges which represented concessions 18 @ | 


question to be determined. 

Nevertheless, Mr. Ramsey’s suggestions are valua- 
ble contributions to the subject. They represent a 
solution which commends itself to a practical, ex- 
perienced railroad man who would not be likely to 
waste his time discussing any impractical plan or any 
»lan which the railroads would not consider. It 18 
: definite plan, upon which the representatives of all 
interests can concentrate with a view to reaching a 
practical conclusion. 

The subject should not be permitted to rest. The 
clearing away of these tracks with the complicate 
grade 
the city’s development on the west side is of the ut; 
most importance. No half-way measures should b 
taken, aud nothing should be done which would stanc 
in the way of a permanent, satisfactory settlement 
That settlement, therefore, should be reached at thq 
earliest possible moment. 
fe | ea 


crossing problems and questions concernings 


subject by the press, 
the whole matter to 


Over West Belt and 


——— + 


#RAMSEY’S PLAN TO CLEAR 
PARK DISTRICT OF TRACKS 


‘Suggests That Wabash Run Trains via North ot. 
Louis From Ferguson and the Rock Island 


Frisco to Union Sta- 


| tion, Abandoning Roadbed From Clayton. 


Joseph Ramsey Jr., former president of the Wabash Railroad, has evolved 
a plan for getting railroad tracks out of Forest Park and the whole district 


bounded by King’s 
West Belt Railway on the west, and 
on the south. 
yiunication to The Republic: 


MR. RAMSEY’S PLAN. ; 
This letter is sent you for publication at 


gentlemen interested in 


the removal of the steam railroads (Wa- 
bash and Rock Island) from Forest Park 
and the removal of all grade crossings 
from the boulevards and avenues leading 
0 the park. 
rhe A hte which have been 
quietly made by some prominent citizens, 
and the renewed public agitation of this 
seem to have brought 
a point where it must 
be seriously considered by the city, the 
railroads_and the citizens interested. 

A number of plans have been suggested, 
some of which have been outlined in the 
newspapers, and others have been consid- 
ered and discussed at various times by 
committees composed of the officials of the 
city, of the park and by private citizens. 
Among these the following are the only 
plans which have been given serious con- 
sideration: ) 

A. ‘The elevation of the railway tracks 
as now located. 

B. The depression of the railway tracks 
as now located. 

Cc. A change in the location of the Wa- 
hash and Rock Island from De Baliviere 
avenue, passing into the park at De Bali- 
viere and Lindell, the tracks to be de- 
pressed from north of Delmar boulevard 
to near Union avenue 


the suggestion of 


of efforts 


through the park 


entrance; thence with an overhead cross- 


( 


VWLAY 
je 


Proposed changes to avoid railroads 
M@rict. Heavy solid lines indicate new 
.ecks to be removed, 


of the Union avenue entrance to a.con- 
on with the present tracks near the 
wer bridge over the main entrance to 
eesark. 

D. Changing the entire location of the 
tracks of these two companies, so that 
they would pass west and south of the 
park to Mill, Creek Valley. 


PROPOSALS ANALYZED. 


Plans A and B would free the boulevards 
and avenues of grade crossings, but would 
leave the railways as now constructed in 
the park, and would retain all the objec- 
tionable features of railroad yards, with 


Strain and switching movements in and ad- 


jacent to the park, as at present. 
Plan G would be better than either A. or 
B, so far as the removal of the tracks 


fs from the avenues leading to the park from 


the north side is concerned, but it is evi- 
dent that no plan which contemplates an 
increase of tracks in and through the park 


! can be carried out. 


Plan D, moving the railways to the 
south and west of the park, would relieve 
the park, avenues and approaches from 
the north side and the residence district 
east of Skinker road, but this plan should 
not receive serious consideration for two 
reasons: 

First: It would be only a partial and 
temporary remedy of the trouble, as it 
would place the objectionable tracks only 
a mile or two westward and locate them 
in what will be, in a few years, the 
principal high-class residence district of 
the city. 

Second: Even if there were no objec- 
tions, such as stated above, to this plan, 
the cost of right of way through the high 
priced property in that section, with the 
great cost of construction (requiring the 
eonstruction of at least eight or ten miles 
of new railway) and the increase of sev- 
eral miles in distance to be run by the 
railways, to reach the Union Station, puts 
the adoption of such a plan by the rail- 
ways entirely out of the question. 

If the city, the railroads and the citli- 
zens interested in the properfy which 
would be affected by the removal of the 
tracks are to go to the expense neces- 
sary to carry out even the cost of eleva- 


ting or depress} he tracks as now lo- 
cated, then d agree upon and 


a : 
) FEPIANDY *7 
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going through West End residence dis- 
routes and heavy cross lines show the 


nighway on the east, Page boulevard on the north, the 


the Missouri Pacific and Frisco tracks 


Mr. Ramsey fully explains his plan in the following com- 


carry out some plan which would not only 
relieve the park of the railroads, but aiso 
take all tracks out of the district 
bounded by King’s highway on the east, 
the Missouri Pacific and Frisco tracks on 
the south, the West Belt Railway on the 
west and Page boulevard on the north. 

There is/a very simple way by_ which 
this greatly desired. object can be se- 
cured, provided an arrangement can be 
made with the railways to agree to it, 
and it will. not require the construction 
of a single mile of new railway. 


SIMPLE METHOD PROPOSED. 


The two railroads interested are the 
Wabash and Rock Island. Reference to 
the map herewith shows that the Wabash 
has two lines from Ferguson, one to the 
Union Station through Forest Park and 
the other to Olive street, via North St. 
Louis. The distance from Ferguson to the 
Union Station is about one-half mile 
greater via the North St. Loufs line and 
the Merchants’ Bridge elevated than via 
the route through the park. The Rock 
Island, near Clayton, connects with the 
West Belt, which in turn connects with 
the Frisco (owned by the Rock Island 
Company) south of Forest Park. From 
the West Belt-Rock Island connection, the 
route via the Frisco would be one and | 
one-half miles longer to Union Station ; 
than the present Rock Island route via 
Forest Park. 

Let the Wabash its 


run trains 


via 


CALVARY 
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ORL _s 
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North §t. Louis, and the Rock Island via 
the West Belt and Frisco, and abandon 
the use of their tracks between Clayton 
and Page avenue and King’s Highway. 

While this seems a very simple plan, | 
and. one easy to be carried out (in so 
far as the question of tracks and opera- 
tion of trains is concerned), it is not so 
simple and easy of solution when the 
question of ways and means of bringing 
the railroads to adopt this plan ig con- 
sidered. 

It must be borne in mind, that the 
railroads have very valuable vested in- 
terests in the tracks, yards, rights of 
way and properties which they would 
be asked to abandon if this plan is to 
be carried out; that these proposed 
changes in route, simple as they seem, 
mean increased cost in money as well 
as increased time and inconvenience in 
the operation of the two railroads: that 
these railroads are not trespassers in the 
park nor in the residence district out- 
side of the park; that they are there up- 
on the invitation of the citizens and by 
agreement with the city (the Wabash a 
long time before this was a residence dis- 
trict), and that both roads paid to the 
owners of the land at that time good 
prices for the property bought. There- 
fore, it seems to me the subject should 
be taken up with the railroads in a 
broad-minded way, with full recognition 
of the vested~ rights of these railroad 
companies, by a good committee repre- 
senting the city, the park authorities, 
the business interests and the property 
owners in the district. interested. 

The compensation to be paid the rail- 
roads for the properties and rights which 
they would surrender (and this compen- 
sation on the actual value of the prop- 
erties surrendered would amount to a 
very considerable sum), must be paid 
generally by the city and the property 
owners benefited. The actual value of 
the lands which are now occupied go a 
long way towards meeting the compen- 
sation to be paid the railroad companies. 

I feel satisfied that if the matter is 
properly presented to the railroad com- 
panies, they will fully recognize the ne- 
cessity for meeting the wishes of the 
people of St. Louis, and that they will 
meet the committee at least half way 
if a fair proposition is made to them. 


rr 


WITH COMPLIMENTS OF 
ROBERT MOORE, 


Third Report of the Municipal Bridge and Terminals 
Commission to Municipal Assembly, 


July 6, 1906. 


chedine! Preliminary Report of 
Messrs. Robert Moore and Albert T. Perkins. 


St. Louis, July 6, 1906. 
To THe HoNoRABLE THE MuniIcIPAL ASSEMBLY, 


St. Louis. 
Gentlemen: — 


The Municipal Bridge and Terminals Commission, ap- 
pointed by the Mayor, under the direction and authority 
given him by Ordinance No. 22026 of your honorable 
body, respectfully begs to submit the following third 
report: 

In its preliminary report dated November 15, 1905, 
the Commission suggested that an immediate abolition 
of the bridge differentials at that time ‘‘might cause a 
congestion of business on the St. Louis side’’, on ac- 
count of the unpreparedness of the St. Louis terminals 
for the volume of traffic that would be transferred from 
east side to west side terminals. The Commission, 
therefore, expressed the opinion that ‘‘the greatest 
present need, to gain better service, is better and more 
extensive terminal facilities on the west side of the 
river.’ 

The experience of the first six months of the present 
year and the probable volume of business for the com- 
ing months lead your Commission to emphasize this 


position, and to call the attention of your honorable 
body, at this time, to the urgency of the work nov 
fore your Commissar, of recommending some measure 
of relief. } 


In its Additional Report of June 1, 1906, ne C m 
mission reported that Messrs. Robert Moot ged Alber 
T. Perkins had been engaged as consulting engines 
and advisers, and were at work on plans for improy 
St. Louis Lane facilities. Messrs Moore and Per 
have given much time and thought to these problems 
and have, in connection with their investigations, visited 
and Lained the terminals of important eastern cities 
where conditions could have bearing on the terminal 
problems of St. Louis. | 


They have now submitted to your Commission the « en- 
closed preliminary report and recommendations on ‘St a 
Louis bridge and terminal facilities. ) ; 


While your Commission makes no definite voconaate 
ations as to legislation at the present time, the report 
from Messrs Moore and Perkins has so satisfactorily 
met the expectations of the members of your Commis- 
sion, and the information and suggestions contained in 
it are of such a timely nature and of such vital interest, 
that the Commission respectfully submits the report for 
the information of your honorable body and of the 
public. 3 


Section IT of the ordinance of your honorable body, 
creating the commission, provides: | 


‘‘Third. The Commission shall further prepare and 
cause to be introduced into the Municipal Assembly such 
ordinances as may be necessary to enable the City of — 
St. Louis to do its part towards the correction of exist-_ 
ing hindrances to the commerce of the city, as far as 
may seem to the Commission to be right and proper for 
the Municipality to undertake. 43 


N 


3 


In accordance with this provision your Commission is 
ready to co-operate with the railroad companies in the 
preparation of plans, and then to recommend to your 
consideration such plans and ordinances as seem best 
to protect the interests of the city. 

Your Commission will, therefore, continue its nego- 
tiations with the railroad companies for extension of 
freight houses and team tracks in St. Louis, either of 
the Terminal Railroad Association or of individual rail- 
road companies. 

The Commission feels assured that it will have the 
hearty co-operation not only of your honorable body, 
and of all public spirited citizens, but of all the railroad 
companies to which St. Louis is furnishing so great a 
volume of traffic, in carrying out such plans as appear 
needful for the welfare and growth of the business of 
St. Louis. 


tespectfully submitted, 


MUNICIPAL BRIDGE AND TERMINALS 
COMMISSION, 


ROLLA WELLS, 
Chairman. 


A. J. O'REILLY, 
President Board of Public 
Improvements. 


ROB’T. H. WHITELAW, 
Vice-Chairman. 


JOS. D. BASCOM, 

C. W. 8. COBB, 

R: S. COLNON, 
HOMER P. KNAPP, 
HUGH McKITTRICK, 
R. W. SHAPLEIGH. 
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Preliminary Report of 
Messrs. Robert Moore and Albert T. Perkins. 


St. Louis, July 6, 1906. 


The Honorable RollaWells, Chairman, and Members of 
the Municipal Bridge and Terminals Commission: 


Gentlemen: — 


The problem you have submitted to us is the two- 
fold one: 3 

First, of advising what additional or improved facil- 
ities and what improvements in operating methods are 
necessary to make the railway terminals of St. Louis 
adequate for the present freight traffic of the city; and 

Second, of recommending such plans for the future 
development of these terminals as shall insure their 
keeping pace with the rapidly growing traffic. 

Such plans for freight terminals should be worked 
out in harmony with modern manufacturing and com- 
mercial tendencies, and at the same time allow full pro- 
vision for the growth of passenger transportation which 
is increasing with marvellous rapidity. 

Due regard should also be given to what may be de- 
sirable in the way of future development of property 
for public park and other civic purposes—something too 
often neglected in plans of this sort. 


VOLUME OF TRAFFIC. 


The freight tonnage received and forwarded at St. 
Louis and East St. Louis has practically doubled in 
seven years (from 20,042,169 tons in 1898 to 39,141,- 
663 tons in 1905). The accompanying chart (Plate I) 
shows the freight business as reported to the St. Louis 
Merchants’ Exchange for a period of twenty years. 
The steadiness of the yearly growth since 1894 is 
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noticeable; and with the development of the South- 
western trade it would seem probable that a similar rate 
of increase will continue for some time. 


ST. LOUIS BUSINESS DISTRICT. 

While the best possible facilities for freight traffic 
should be provided for the various sections of the cor- 
porate area of St. Louis, that area is limited, and the 
two sides of the river are so interdependent as to form 
in fact, a single traffic and manufacturing district—a 
district covering a radius of twenty miles from the St. 
Louis Courthouse, of which St. Louis is the business 
heart and head. 


DEVELOPMENT OF PRESENT TERMINALS. 

The railroad terminals of the St. Louis district have 
developed in four distinet groups: 

(1.) The Mill Creek Valley, which is not only the 
geographical and business center of the city, but the 
natural railroad center to which favorable access may 
be had from all directions. 

(2.) South St. Louis, south of Chouteau avenue and 
east of Broadway. 

(3.) North St. Louis, north of Franklin avenue and 
east of Broadway. 

(4.). East St. Louis. 

These developments are clearly shown on the accom- 
panying map (Plate XVIII.) No freight terminals have 
yet been developed in what may be ealled the Hast 
Central District, between Clark avenue and Franklin 
avenue. 


CONDITIONS OF FUTURE DEVELOPMENT. 

In the three sections on the west side of the river we 
believe it to the interest of the city that, subject to the 
maintenance of streets necessary for public use, and 
subject to any desirable reservations for park and other 
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public purposes, every facility should be given for ac- 
quiring and utilizing property for railroad purposes; 
and, for reasons which we shall explain further on, it 
seems to us desirable that the property should be 
acquired and franchises granted in such shape that the 
property can be used for all railroads desiring to do 
business in those localities, rather than that it should 
be tied up to the uses of single railroad companies. 


As, under Government control, the field of action 
of railroad companies is becoming more and more 
limited to the manufacture and sale of transportation; 
asthe room in a large city for manufacturing, storage 
and railroad purposes becomes more and more limited 
and costly; and, as the total cost, direct and indirect, 
of transportation of commodities from the point of 
production to the point of consumption is more closely 
figured, it is desirable that the friction in handling ter- 
minal work and the duplication of facilities in any one 
section should be reduced toa minimum. On the other 
hand, efforts should be directed to securing facilities in 
those parts of the city where commercial and manufae- 
turing interests center, through which our people may 
deal with all the railroads in the least burdensome and 
most economical manner. 


While we do not oppose, but would encourage a con- 
siderable development of individual railroad facilities, 
it seems to us that the development of freight houses 
and team tracks most in line with economy and the 
most widely extended service, is that they should be fur- 
nished by a combination of the various railroads and 
operated for the joint benefit of all the railroads and the 
public. The association or agency that provides these 
facilities should not be a corporation doing terminal 
business for a direct profit, but should be organized and 
clearly recognized as the agency of the combined. rail- 
roads, acting for and representing each. 


fi 


MAIN DIVISIONS OF PROBLEM. 


From another point of view our problem is again di- 
vided into two parts, viz: 

First. That of providing facilities in St. Louis for 
the prompt and economical receipt and delivery of 
freight. 7 

Second. That of providing for the interchange of 
freight between the two sides of the Mississippi River, 
i. e. the problem of bridges and ferries. 


I. 
LAND FOR TERMINALS IN ST. LOUIS. 


For our purpose the land required for railroad termi- 
nal facilities may be divided roughly into two classes: 


(1) That required for 
(a) Freight houses. 
(b) Team tracks. 
(c) Sidings to industries. 
(2) That required for 
(a) Classification, train and storage yards. 
(b) Roundhouses and shops. 


The second class is of only indirect interest to the 
public. Such facilities are generally and properly lo- 
cated several miles from the warehouses and tracks at 
which the public does its business with the railroads. 
Our immediate concern with these is not as to their 
actual location and arrangement, but to recommend 
that in the regions especially adapted to these purposes 
liberal franchises be granted for their development. 
There is still ample room for these in North and North- 
west St. Louis, in the Carondelet district and in East 
St. Louis. 
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While we shall have some recommendations to make 
in regard to needs for larger classification and storage 
yards in certain localities, our main recommendations 
will be in regard to development of freight houses and 
team tracks, which must naturally be close to crowded. 
business sections of the city, and in regard to the ar- 
teries that connect these together and with the classi- 
fication and storage yards. 


POSSIBILITIES OF THE RIVER FRONT. 


In connection with the problem of convenient land 
for freight houses, warehouses and team tracks, we are 
impressed with the possibilities of the river front, if 
properly studied and treated. 


The city owns, mostly in fee, about six miles of the 
wharf; its holdings, with the exception of a short 
stretch just north of Biddle street and a few short 
sections between Dock and Ferry’ streets, extending 
from Grand avenue on the nerth to Doreas street on 
the south. The recent establishment by the United 
States Govervment of the present harbor line permits 
a material extension to the east of the line to which 
permanent structures may be extended. At North 
Market street, for example, where the width of the 
present wharf is 400 feet, the new harbor line permits 
an extension of 370 feet to the east, which will ulti- 
mately make the width of the city wharf at that point 
770 feet. A sandbar just inside the new harbor line 
indicates that the filling in and extension of the wharf 
in that neighborhood can be easily accomplished. 


At the foot of Washington avenue the wharf can be 
extended 50 to 60 feet east of the foot of the present 
paving, making the width in that neighborhood about 
265 feet. Even allowing for a considerable increase in 
the river traffic, but a small proportion of the total 
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wharf frontage is needed for boat landings; and, with the 
exception of ferry landings, practically all of the boat 
wharfage is, and probably will be, south of the Eads 
Bridge. The use of considerable parts of the wharf has 
been granted the Burlington, St. Louis Transfer, Mer- 
chants Terminal, Wabash and Missouri Pacific railroads, 
but there are large stretches of which practically no use. 
is made at the present time. 


GRADES FROM LEVEE TO THIRD STREET. 


The great obstacle to the use of the levee and the 
great drawback to team traffic across the river by ferries 
has been the steep grades from the Levee to Third street, 
between Spruce and North Market streets. Profiles 
(Plates II to VIL) are submitted showing these grades. 
The grades at North Market street and Spruce street 
are comparatively light and offer little hindrance to 
team traffic; but we believe the obstacles due to the 
grades between these points may be overcome. 


The development of the Levee property ought espec- 
ially to be studied, because the transfer of cars across 
the river by ferry will not only continue, but will in- 
erease. The statements and chart (Plate VIII) sub- 
mitted show the growth of the transportation of freight 
across the Mississippi River at St. Louis and show the 
proportions transported across the river by the bridges 
and ferries in 1905. The average number of days per 
year in which car ferries have been kept out of business 
has been very small, and with properly constructed 
boats and with the probable deepening of the river 
channel, which may result from the extension of the 
banks of the river to the harbor line, transfer boats 
can undoubtedly be kept in service throughout the 
year. The difficulty in the past has been, not in break- 
ing the ice, but in the fact that, during the winter, 
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the water in the river is sometimes so low that there 
is no chance to push the blocks of ice under and 
dispose of them after they are broken down. 


COMPARISON WITH NEW YORK DOCK CONDITIONS. 


In New York, where the situation is in some respects 
similar to that at St. Louis, the City owns practically 
the entire harbor frontage, and leases the bulk-heads 
and piers to the railroad and steamship companies, on 
which to construct sheds for receipt, delivery and stor- 
age of freight. These leases run from fifteen to thirty 
years; butit may be desirable to grant leases for even 
longer than thirty years, in order to make possible the 
erection of permanent and expensive structures. 


We dwell upon this not only because railroad facilities 
advantageous both to railroad companies and to the 
public may be constructed on certain parts of the Levee, 
but also because the City may obtain a reasonable rental 
for the use of this property. In considering the long- 
time lease of any portions of the Levee for railroad or 
warehouse purposes, careful consideration should be 
given to the possible need of any part of this property 
for park purposes or other public utilities. 


PRESENT MOVEMENT OF TRAFFIC IN ST. LOUIS. 


Investigation indicates that, partly as a result of the 
improvements carried out by the Terminal Railroad 
Association in 1902-3-4, for the last year freight in 
larger volume than ever before has been passing through 
the St. Louis gateway more freely and with less delay 
than for many years previously. These improvements 
referred to were both in the way of furnishing greater 
yard room and in what has been described as good ‘‘in- 
ternal circulation,’’ i. e., additions and improvements 
to the main connections between the different parts of 
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the terminal system, with independent drill tracks for 
keeping switch work off of main tracks; and in the 
eutting out of duplication of work by the treatment of 
the collection of terminal plants more as one machine. 
The number of cars interchanged by the Terminal Rail- 
road Association in March, 1906, was approximately 
184,000, the largest number ever handled in one month, 
and in April, 1906, in spite of the almost complete loss 
of the usual coal business, the number of ears inter- 
changed was 26,000 greater than in April, 1905. 


The Terminal Railroad Association interchanged on 
June 27, 1906, 7,239 cars, the largest number in any 
one day in its history. 


INSUFFICIENT TEAM TRACKS. 


Unfortunately, however, the pressure of the passen- 
ger traffic has resulted in reducing the public team track 
room by no less than eighty car lengths, and the stor- 
age room by seventy-five car lengths west of Twelfth 
street, which were and are sorely needed by the public 
for the handling of freight from cars to teams. In spite 
of the great development of business, the total team 
track room of the Terminal R. R. Association, in St. 
Louis, is practically the same as it was ten years ago. 

The reduction in the differentials between St. Louis and 
East St. Louis on car load business to and from the 
East to one-half cent per 100 pounds has resulted in an 
increased demand for the delivery of cars on team 
tracks in St Louis proper as against the former team- 
ing from East St. Louis. Nevertheless, on account 
of the lack of sufficient and satisfactory team tracks 
on the west side of the river, we find that in many 
eases the additional cost of teaming from East St. 
Louis is paid in order to get freight promptly and save 
delays to teams. 
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The western lines in St. Louis are provided with ex- 
tensive and good team tracks in certain sections. The 
Wabash and the L. & N. of the eastern lines, are also 
provided with team tracks of their own in certain parts 
of St. Louis; but all the western lines and the two 
eastern lines named, share with the other eastern lines 
the use of the Terminal Railroad Association team 
tracks. 

At East St. Louis the total team track room of all 
roads, excluding the Terminal Railroad Association and 
the Wiggins Ferry, is about 1,517 cars. In St. Louis 
the total team track room of the Terminal Railroad 
Association, including that of the St. Louis Merchants’ 
Bridge Terminal Railway, the Wiggins Ferry Company 
and the St. Louis Transfer Railway, is about 1,600 cars. 

A considerable portion of these tracks are not 
satisfactorily constructed or located, the team alleys in 
many cases being narrow, with heavy grades leading 
out om to the main streets and either unpaved or poorly 
paved. If only one-fourth of this west ‘side Terminal 
Association team track room were used by western 
hnes, the comparison between the remaining 1,200 cars 
lengths available for eastern business and the room 
provided on the east side of the river shows how 
pinched St. Louis is for team track room. 


INADEQUATE FREIGHT HOUSES. 


Further, the reduction in differentials on the higher 
classes (L. C. L. freight), to and from the Hast, to 
one cent per 100 pounds has had the effect of throwing 
the handling of a large proportion of the Eastern mer- 
ehandise, formerly handled by teams, direct between 
the store door in St. Louis and the East St. Louis 
freight stations, into stations at St Louis. A result is 
that the inbound warehouse of the Terminal Railroad 
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Association is overcrowded and as, owing to shortage 
of warehouse room, much of the freight is taken 
away slowly, there are serious delays in getting. the 
merchandise over from East St. Louis and unload- 
ing it for delivery. 


The outbound freight: house of the Terminal Rail- 
road Association is entirely inadequate especially as to 
track room, for even the present volume of business; 
and the merchandise of the Illinois Central and part of 
the merchandise of several of the other Eastern rail- 
roads is loaded direct from driveways into cars, a 
method of doing business which cannot be satisfactory 
either to shippers or to railroads, as it doesnotenable the 
storage of the freight in the best manner, does not allow 
of its weighing until it gets to destination, does not 
permit of it being loaded in station order for distribu- 
tion on the road, and cuts down the average ecarload 
tonnage of the railroads. 


It should be noted that the Terminal Railroad Asso- 
ciation’s Tenth street station is not only a station for 
the receipt of freight for East side lines, but for the C. 
emia be I SD Oo Re IT. & Py and) Wabash, 
among the west side lines. It is said that even since 
the Wabash established its freight houses for Hastern 
business at Third St. and Franklin avenue, here has 
been no decrease in the amount of business received 
at Tenth street for the Wabash Railroad. 


It is an indication of the increase of business at 
the Terminal Railroad Association station that a large 
addition to the local office has been found necessary. 


These considerations, therefore, show the immediate 
necessities to be: 


(a) Additional and improved team track room. 
(b) Additional and improved freight-house room. 
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A. 
TEAM TRACKS. 


In respect to team tracks, the Terminal Railroad As- 
sociation is able to render especially good service to the 
public, in providing tracks at a much greater number 
of points than is possible for individual railroads. The 
team tracks of the Wiggins Ferry Company on the 
Levee embrace nearly five hundred ear lengths of room; 


the team tracks of the Terminal Railroad Association 


and the St. Louis Merchants’ Terminal Railway Com- 
pany embrace eleven hundred and twenty-three car 
lengths, as follows: 


Sixteenth street . . . . . ... 189 car lengths 
Compton avenue . 4. . . |... 289) car lenges 
Braneh street (o.oo Bh ete a ene 
Biddle street: 6.0... eo a0 ear Temes 
Tenth street. a eo SG ame eee 
Gratiot street...) ws ww. 208, Car teneie 
Carr strech eo he i I INN ieee rr 
Florida street 3.02. a, OS ear aa 
North Market street . . . . . . 90 ear lengths 
Tyler street .. . . oe) 6) OF Car Tenens 
Hall and North Ament | . kw el 2, Car Teh ehs 
Bremen avenue . . we ele RAL Cea Tete ines 
Ferry street to archon) we ie ee) Cen Eee 

Tota ee aS ee 


It is estimated that in order to handle satisfactorily 
the business of the immediate future, not provided for 
by the team tracks of the separate railroad companies, 
the team track room of the Terminal Railroad Associa- 
tion should be at least doubled. The team tracks be- 
tween T'welfth street and Sixteenth Street, which now 
give room for only 189 cars, should be improved and 
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extended to about four times their present capacity. 
Those at Compton avenue should be, and ean easily be, 
more than doubled. Those near the foot of Biddle 
street should be at least doubled. Short team tracks 
should also be provided at several points on the 
West Belt, such as at Easton avenue. We believe 
that every possible facility in the way of acquiring 
property on favorable terms and in the way of closing 
streets and alleys not needed for public use should for 
the public benefit, be granted to the Terminal Railroad 
Association for the extension of track facilities of this 
kind. Such franchises should, however, carry the pro- 
vision that the Terminal Railroad Association shall, 
where the public interest requires, construct viaducts 
to carry street traffic over its tracks. 


ECONOMICAL USE OF TEAM TRACKS NECESSARY. 


In connection with this matter of team track room, we 
call attention to the importance of economy in its use, 
and this economy must, of course, be largely in the 
nature of a rapid loading and unloading of cars. Twen- 
ty to thirty car lengths of team track room, with the 
necessary alleys, switches, etc., can be put on an acre 
of land, and where land is very valuable, the land in- 
terest charge alone for a car length of team track room 
may be equal to the entire revenue onacar of low class 
freight left on the track for not uncommon periods. 

For example: If an acre of land on which there are 
twenty-five car lengths of team track, costs $200,000.00 
the interest charge at 4 per cent would be $320.00 per 
year, or about $1.00 per day (excluding Sundays and 
holidays), per car length of team track room. If the 
property were assessed at half its cost, the taxesin this 
case would be $84.00 per year, or 27 cents per day per 
ear length. On an estimated average use of each ear 
length of such track for 100 shipments per year the 
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land interest and taxes, even before the construction of 
tracks and paving, would be $3.81 per carload handled. 
Actual prices recently paid in St. Louis for land for 
this purpose have in some cases exceeded the above 
figure. 

Manufactories and warehouses should, whenever pos- 
sible, provide private tracks for the loading and un- 
loading of their carload freight, running these tracks, 
where land is very valuable, under the buildings. Some 
of our large hotels and buildings have storage for not 
much more than twenty-four hours’ supply of coal. This 
means, especially during the winter months, the hold- 
ing on track of a great many cars of surplus coal, oceu- 
pying space for really private storage purposes, which 
should belong to the public. Provision should be made 
in all such cases for at least a week’s supply. 

If the transportation cost to the consumer of low- 
priced and heavy commodities, like coal, is to be ulti- 
mately reduced, the terminal cost for handling such 
commodities must be reduced to a minimum. Coal, in 
St. Louis, which represents a large proportion of the 
total freight tonnage, is handled in an expensive way, 
and in this respect St. Louisis behind many other cities. 
It should be urged on manufacturers and coal dealers 
that as rapidly as possible facilities be provided for un- 
loading coal immediately on its arrival, from dump ears, 
as against the present practice of unloading coal, as 
wanted, by hand shovels, which is wasteful of labor 
valuable track room and valuable equipment. 


B. 
FREIGHTHOUSES. 
COST. 


In our recommendations as to rearrangement of and 
additions to freighthouse facilities we first call attention to 
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some definite tendencies which our investigations have 
indicated, toward certain methods of handling ware- 
house freight. And in connection with this we ask you 
to consider the cost of additional ground for extension 
of one-story freight houses in congested parts of the 
city. If 250 tons per day of additional merchandiseare 
to be taken care of, and the properly located ground on 
which to construct the necessary house and track cost 
$500,000, the land interest charge at 4 per cent would 
be 26 cents per ton of freight handled. If the property 
were assessed at half its cost the taxes would be nearly 
7 cents per ton, making the total land interest and tax 
charge about 33 cents per ton. 

The cost of elevating freight (including interest on 
plant, maintenance, and direct and indirect operating 
expenses), has been carefully figured at 7 to 11 cents 
per ton, under different conditions. 


TYPES OF STATIONS IN EASTERN CITIES. 


There is a tendency in many of the larger cities to 
provide at different business centers stations for less 
than carload freight. For example: The Pennsylvania 
Company has seven stations in Pittsburg, at four of 
which freight is received for all its divisions, the other 
three receiving each for one division; in addition it re- 
ceives for all divisions at the Pittsburg Terminal ware- 
house. In Philadelphia it has thirty-one stations, at 
twenty-eight of which freight is received for all divi- 
sions. In New York proper it receives at four stations 
and in Brooklyn at four stations. 

The New York Central Company receives at eight 
stations in New York proper and at four stations in 
Brooklyn. 

Other lines have similar arrangements. When the 
volume of traffic allows, merchandise cars are loaded 
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through to destination or to junction points; otherwise 
the freight is loaded in cars for large near-by transfer 
stations. We find in eastern cities the freight is gen- 
erally rehandled and forwarded from the transfer sta- 
tions the same night it is received. 

Another tendency is toward the double decking of 
freighthouses to provide : sufficient room for creasing 
business, especially for inbound freight, as against 
spreading out on very expensive land. For example: 
The ‘*Panhandle’’ house of the Pennsylvania Company 
at Pittsburg has two stories, with tracks on the first 
floor only; the station being on a hillside, driveways 
for both stories are convenient. Inbound merchandise 
is unloaded early in the forenoon on the first floor, and 
at once elevated to the second floor, where itis deliver- 
ed to teams. Outbound merchandise is handled on the 
same platform as the inbound, on the first floor, 
and the inbound ears are reloaded without switching. 
Hydraulic elevators and three by six foot platform 
trucks, similar to those at Cupples Station, are used. 

A second story is planned for the Pittsburg & Lake 
Erie station at Pittsburg, with driveways for both floors. 
Owing to shortage of freighthouse room the Pittsburg 
& Lake Erie now loads about half of its outbound mer- 
chandise into cars on team tracks, as_ the Illinois Cen- 
tral now does at the St. LouisTenth Street Station, but 
in order to weigh, load in station order, and stow care- 
fully, its merchandise, and in order toincrease its aver- 
age carload, and save switching, it proposes both to 
lengthen and double-deck the station in question, and 
elevate the inbound freight as fast as unloaded, to the 
second floor. 

At the Wabash Pittsburg station the tracks are on 
the fourth floor, an admirable system of hydraulic ele- 
vators handling the freight between the street floor and 
the other floors. The four floors are conveniently ar- 
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ranged for handling different classes of freight and are 
directly connected with a series of modern warehouses 
to and from which freight is handled on platform 
trucks. 

The Philadelphia & Reading house at Philadelphia 
has a second story, to which inbound freight is raised 
by elevators and delivered from the second story direct 
to driveways. A great number of other examples 
might be cited. | 

A further working out of this plan is the providing 
of storage room for inbound freight by erecting stations 
several stories in height. A part of the new inbound 
station of the Pennsylvania Company at Pittsburg is 
four stories high and of very heavy construction for - 
storage. 

The new station of the Baltimore & Ohio Southwest- 
ern at Cincinnati has six stories for storage warehouse 
purposes, equipped with the most modern electric ele- 
vators and other devices. | 

The Central Railway of New Jersey is building a 
$1,000,000 inbound warehouse at Newark, six stories 
high, with electric elevators, etc. 

These and many others were built to enable the rail- 
roads to unload and remove promptly inbound freight 
from the unloading platforms. 

In some cities, as in Baltimore and Washington, the 
railroads, in order to get rid of inbound merchandise 
in the quickest manner and with the least freighthouse 
space, are making direct store door delivery to con- 
signees, within certain limits, by contract with a 
drayage company. | 

Another tendency is toward the construction of trans- 
fer or terminal warehouses, embracing aggregations of 
jobbing or manufacturing concerns which rent space of 
the warehouse company, the latter providing the as- 
sembling and receiving room for freight and arranging 
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with the railroads to make its system of warehouses a 
railroad station, as in the case of Cupples Station, in 
St. Louis. 

Some of the most modern plants of this kind are: 

The Pittsburg Terminal Warehouse and Transfer 
Company, at Pittsburg, which not only has a most 
complete system of warehouses, equipped with electric 
elevator service, cold storage, ete., and with large ~ 
assembling platform, and track room for unloading 
and loading freight for the railroads, but also a rive 
connection, with elevators adjustable to the various 
stages of water, where an extensive business is done — 
with boats. 

The Bush Terminal at Brooklyn receives and delivers 
freight for all New York roads, not only for the tenants 
of its extensive warehouses and its steamship piers, but 
for the public as well. Connected with its plant are 
buildings for manufacturmg purposes on a large scale, 
to which electric power is furnished, and for which not 
only is switching service furnished, but L. C. L. freight 
is received at central points in the manufacturing build- 
ings and taken to the main assembling station for load- 
ing to the various railroads. 


ST. LOUIS FREIGHT HOUSES. 


The freight houses in St Louis proper are at present 
located in two distinct groups: 

(a) At or near the entrance to Mill Creek Valley. 

(b) In the North St. Louis district, between Franklin 
avenue, Third street, Cass avenue and Main street. 

The latter is frequently called the Collins street dis- 
trict. 

The Missouri Pacific, Frisco and Rock Island com- 
panies have in operation or in process of construction 
extensive freighthouses at or south of the entrance to 
Mill Creek Valley, and also in the Collins street district. 
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The Wabash, C. B. & Q., M., K. & T., and L. & N. 
railroads have large freight houses in the Collins street 
district. These four last named roads, and the C., R. 
I. & P. also make use of the Terminal Railroad Asso- 
ciation freight station at Tenth street in the Mill Creek 
Valley. 

All railroads doing merchandise business at Hast St. 
Louis make use of the Terminal Railroad Association 
freight houses at Tenth street. 

All roads receive and deliver freight at Cupples Sta- 
tion, which is just across the street from the Terminal 
Railroad Association Tenth street station. 

In addition to these stations in St. Louis, at which 
business is handled to and from ears, all railroads with 
terminals at East St. Louis receive and deliver L. C. 
L. freight at the St. Louis Transfer Company’s station 
at Carr and Biddle streets, in the Collins street district, 
at the St. Louis Transfer Company’s station at Broad- 
way and Spruce, and at the Columbia Transfer Com- 
pany station at Ninth and Clark avenue, in the Mull 
Creek Valley district. 

The location of these latter stations, however, was 
to a great extent for the purpose of meeting the con- 
venience or necessities of competing transfer companies, 
and not directly for the greatest convenience of the pub- 
lic, or to affect economy in railroad operation. 

Thus, the greater part of the lines Kast would, except 
for the wagon transfer stations, receive and deliver mer- 
chandise at only one location in St. Louis proper. 

Prior to the present adjustment of differentials, the 
Terminal Railroad Association had for a period of a year 
handled an average of 6,028 tons per month of inbound 
merchandise and 6,372 tons per month of outbound 
merchandise at its Tenth street warehouses, and had 
handled in one day as much as five hundred tons of in- 
bound and six hundred tons of outbound merchandise. 
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There is every evidence that this volume of business 
will be greatly increased in the next few months. 

At Cupples Station, directly across the street, as 
much as 306,984 tons of freight has been handled in 
one year, an average of 25,575 tons per month, and as 
much as 1,504 tons of freight has been handled there 
in one day. 


PROPOSED CONSOLIDATION OF CUPPLES AND 
TENTH STREET STATIONS. 


The waste in maintaining these separate stations side 
by side especially for outbound business, is very appar- 
ent. ‘Two sets of cars are being loaded for each of the 
roads, with the same class of business. Moreover, the 
room at Cupples Station is so limited that cars can be 
set for loading with freight for east side lines only in 
the forengon, while the same tracks have to be reset in 
the afternoon for loading with freight for west side 
lines. 

The loading of two sets of cars at the two stations 
results in a large proportion of the freight being loaded 
in what are called ‘‘scrap’’ cars, for rehandling at the 
main stations of the individual railroads. This not 
only means great additional expense, but serious delay, 
and no little damage, and the use of a much larger 
amount of rolling stock and track room than should be 
necessary. If the business of the Cupples Station and 
Tenth Street Station were consolidated, not only would it 
be possible to load ‘‘through’’ a large proportion of the 
cars, but the business would be done, and better done, 
in probably twenty per cent less freight cars than at 
present. 

The L. C. L. business of the lower Mill Creek Valley 
and Cupples Station region will undoubtedly by itself 
provide all the volume of freight which it might be 
desirable to consolidate into one station. 
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As the first item in the rearrangement and improve- 
ment of freight house facilities, therefore, we recom- 
mend the consolidation of the Cupples Station and 
Tenth Street T. R. R. A. Station business. The whole 
plant should be rearranged, leaving, of course, plenty 
of track room for carload business in the various ware 
houses of the Cupples Station, as at present, providing 
sufficient track room at the freight house for a complete 
setting of ears for all railroads which wish to do busi- 
ness at that locality, providing extensive platform room 
for receiving freight from teams; extending the second- 
floor freight assembly area of the Cupples Station ware- 
house over the platforms of the freight station; extend- 
ing the warehouse room of the Cupples Station over a 
considerable portion of the area now provided for the 
assembling of freight; extending second-story runways 
from the warehouses immediately west of the Cupples 
Station property to the area immediately over the 
freight house platforms, and receiving the freight from 
the Cupples Station warehouses, and from the other 
warehouses that may be connected, on platform trucks 
to be lowered by elevators to the main platforms, where 
the freight is to be loaded into the same ears in which 
freight from the teams is loaded. We believe plat- 
form and track arrangements can be advantageously 
made to provide for this vast volume of business in con- 
nection with any one of the three possible entrances to 
Mill Creek Valley. 

While the details of this have not been drawn up, a 
plat (Plate IX) showing Cupples Station and Tenth 
Street Station layout, is shown herewith. 


PROPOSED WASHINGTON AVENUE STATION. 


The second scheme which we recommend is to serve 
the jobbers and manufacturers of Washington avenue 
and the district north of Washington avenue, with 
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receiving and delivery facilities for all railroads not 
already having stations north of Washington avenue. 
This proposed second station is also intended to supply 
storage room of a modern character, to which freight 
ean be trucked from the cars; perhaps providing for 
jobbers of dry goods, boots and shoes, and other 
similar commodities, facilities similar to those at Cupples 
Station, but designed and constructed with the advan- 
tage of experience obtained in the construction and 
operation of Cupples Station and a considerable number 
of similar warehouses at other points, to which we 
have called attention. 

This plan contemplates a large inbound and outbound 
freight house (Plate X), six or more stories high, with 
an eastern frontage of some 1,200 feet, extending along 
the harbor line north of Eads Bridge, with a width of 
approximately 160 feet, which would clear the Merchants 
Bridge elevated. The driveways to be between the 
fourth story and the west approach of Hads Bridge 
widened 15 to 20 feet north, entirely eliminating the 
present steep grade from the Levee to Third street. 
The total width of the wharf between curb and harbor 
line at this point is 265 feet, and the elevation at Third 
street and Washington avenue above the curb line of 
the wharf is 61 feet. 

In addition to this main freighthouse a warehouse 
storage extension from Eads Bridge north to Franklin 
avenue might be carried over the Merchants Terminal 
elevated structure to Main street, with a frontage on 
Main street extending from a little north of Washington 
avenue to the south line of Franklin avenue, a distance 
of 500 feet. This warehouse and storage building would 
have access to the approach to Eads Bridge as well as 
to Main street. 

Four tracks would be earried in to the center of the 
main freighthouse throughout practically its full length 


> 
t 


De 


i. 


« 


PLATE X 


—. 


ee 


rey Jet) ct elhe 


OM AA © BHP 
Nod | bet lll 


‘3 


$i 
A 


oes 


at aia abo 
—, 


— 


Cz 
“Al 


i 


Ni ae 
LALA, aK 2 ZZ 


Lai 


— 
PET | ” (mk | Ty [} EY RRS 
Ay, x24, 


ee RS = 
h NEN AIF 80ers, 
Ta SESE 


Pa ARAVA 
CUZ vas ay" 
DP alin ——S 


a ee | 


I} 
fh 


WH yg fa Lg 


> a = 
z= : = a 
> SS = cS a “= ———__ ] aoe oe hen S Oo 24 
oss ie eS z 2 —————— coe SR ay 
= i a 
7 = our ——S—= oy tt -——— 4 
Be a UO tne ———— ri 
— Ses aap “TURF DeeaAll TdaNet egegenatll 
SS ee a [ 
! SSS SS a Ga — 
: SSS} Sa @ 


25 


from a connection with the Merchants Terminal, start- 
ing at Carr street. Tracks could also be carried in on 
the lower, or levee floor, from the Wiggins Ferry tracks 
from either the north or the south. Teams driving in 
on the fourth story from Washington avenue elevation 
would unload their freight onto platform trucks which 
would be lowered by elevators to the car level. The 
inbound freight for immediate city delivery would 
also be loaded from ears on to trucks and raised to the 
upper level by elevators for delivery to teams. Freight 
for delivery to the tenants of the various storage ware- 
houses would be raised to floor levels where wanted, 
and the trucks pushed into the warehouses. 


One of the desirable features of this planis that there 
would be practically no street crossings to consider, 
and but little closing of street property. Another 
feature isthatin case of any future development of traffic 
on the river, elevators on the east side of this structure 
could handle freight to and from boats at any stage of 
water. Plenty of room would still be left for the land- 
ing of ferry boats between the north end of this build- 
ing and the Union Electric Light and Power House at 
Biddle street. 


We believe there is ample business in sight, not only 
to warrant the development of this plan on a large 
scale, but as well, the development recommended at 
Cupples Station and Tenth street. 


Plate X for this proposed Washington avenue freight 
warehouse, shows not only its river and railroad con- 
nections, but also a public recreation ground on the 
roof over the team floor, similar to the recreation piers 
in New York and Philadelphia, suggested by Messrs 
Mauran, Russell & Garden to whom we are indebted 
for the drawing. | 
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PROPOSED TOWER GROVE STATION. 


The third plan which we think should be worked out 
on a smaller seale is a freight station for the use of all 
roads in the Mill Creek Valley between Vandeventer av- 
enue and Tower Grove avenue. If possible we believe 
the T. R. R. A. should acquire trackage rights of 
some kind into that neighborhood in order to provide 
such a house, as a very considerable business center is 
developing there, and the wagon haul from that district 
to the downtown freight-houses is becoming almost im- 
possible. Within the last few days the Wabash has 
opened a freight-house at Vandeventer avenue, but it is 
greatly to the interest of those people doing business 
in that district that facilities should be provided for the 
shipment of goods by all the railroads. 


POPLAR STREET CONNECTION. 


We have mentioned the probability of the growth of 
the transfer of cars between St. Louis and East St. 
Louis by ferries and the development of railroad facili- 
ties on the Levee. The only connection direct from 
the Levee into the Mill Creek Valley is at present the 
the Missouri Pacific track up Poplar street, with a grade 
of about 3 per cent, and with street crossings at grade 
which, in spite of gates and watchmen, are dangerous 
to life and property. 

We believe that a second track should be constructed 
throigh Poplar street, connecting the Wiggins Ferry 
Company tracks with the T. R. R. A. tracks; that for 
this purpose, and to allow driveways along warehouses, 
Poplar street should be widened, and that the railroad 
tracks should be depressed sufficiently to carry Fourth, 
Fifth and Sixth streets over the tracks. This would re- 
duce the grade of the tracks to about 1 per cent, and 
would do away with the great danger to traffic on the 
public streets. This work seems to us of such great 
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importance that the city, the street railways and the 
steam railroads should all join in the cost of carrying 
it out. 


CLASSIFICATION AND STORAGE YARDS. 


We believe a very considerable extension of yard fa- 
cilities for the holding and classification of cars should 
be undertaken by the T. R. R. A. at North St. Louis, 
for use in connection with the Merchants’ bridge trans- 
fers and the Belt line work. We find interchange still 
delayed to some extent in North St. Louis by shortage 
of such track room. 

The West Belt line should be completed to a connec- 
tion with the Frisco and Missouri Pacific Railroads as 
planned. 

This Belt affords extensive opportunities for the loca- 
tion of manufactories at the present time. 


II—BRIDGES. 
PROPOSED NEW RAILROAD ENTRANCE. 


Another requisite for adequate and satisfactory rail- 
road service is a new and better entrance into the city 
from the east side of the river. The two entrances now 
in use are the Merchants’ bridge and the Eads bridge, 
including the tunnel. Of these the first in the volume 
of traffic, as well as in the order of time is the Hads 
bridge. : 

The location of this bridge in the center of the city 
was dictated by two considerations: 

First. This location was the best one for highway 
traffic without which, at the time, any bridge would 
have been financially impossible, and 

Second. The opposition of the steamboat interest, 
which made the building of a bridge at any place ex- 
tremely difficult, made any location further downstream 
not only impossible, but almost unthinkable. 
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This location, however, though necessary when the 
bridge was built, was, for railroad traffic, highly un- 
suitable, as experience since then has demonstrated 
with ever-increasing force. One reason is that the 
East St. Louis approach is so located that the trains 
from southern lines can cross the bridge only by 
backing up, and the same thing is true in returning. 
This necessity, though inconvenient and objectionable, 
is not serious aS compared with the further fact that 
from the west end of the bridge the Mill Creek Valley, 
which is the natural railroad center of the city, is ac- 
cessible only through a tunnel more than 4,000 feet in 
length. Even for light traffic the smoke of this tunnel 
has always been a source of discomfort and possible 
danger, both to live stock and to passengers. For the 
dense traffic of crowded hours it is almost intolerable. 


This great disadvantage, which is inherent in any 
tunnel, is heightened by a sharp curve near the center 
and a grade of one and one-half per cent against 
eastbound traffic, both of which limit the load and 
the speed of trains and lengthen the time needed 
to pass through. The least time allowed for any train 
is four minutes; but as safety requires that no train be 
permitted to enter the tunnel until the train preceding 
it has passed out, the result is that all trains passing 
through the tunnel in either direction must be kept not 
less than four minutes apart. This means that the 
greatest number of trains that can pass in one direction 


over the bridge and through the tunnel is fifteen trains 


per hour. Or to put it in another way, it means that if 
as not. infrequently happens, a number of trains, say 
five, meet at Hast St. Louis, bound for the Union Sta- 
tion, the shortest possible time before the last train can 
start is sixteen minutes after the departure of the first 
train—a delay which any derangement or misunder- 
standing increases. This limitation added to the neces- 
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sary discomfort of a passage through the tunnel makes 
a situation that is highly unsatisfactory, and which 
ought not to be borne any longer than is necessary. 
So clearly is this recognized by railroad managers 
that for years, whenever possible, important through 
trains have been routed over the Merchants’ bridge at 
the sacrifice of the East St. Louis connection, and, in 
some eases, the loss of much time.* This, too, is done 
in spite of the fact that for over two miles through an 
important business district, from Biddle street to Bre- 
men avenue, this route lies on the surface of the public 
streets and crosses several railroad tracks at grade. 
This resourse, moreover, is open only to part of the 
trains on part of the roads, and as a solution of the dif- 
ficulty is wholly inadequate. The only complete remedy 
is a new bridge, which shall be so located as to re- 
quire no tunnel approach, and which shall at the same 
time be equally accessible by all of the east side roads 
—from the south as well as from the north and east. 
To meet these conditions the most natural, and in ev- 
ery way the best, location, is at the east end of Mill Creek 
Valley, at or near the foot of Poplar street. And to 
make clear what this suggestion involves, a preliminary 
plan and estimate (Plates XI to X VII) for such a bridge 
are herewith submitted. From an inspection of this 
plan (Plate XI) it will be seen that the proposed new 
line leaves the Union station on the tracks now used 
by trains over the elevated line of the Merchants’ 
bridge terminal. At Cerre street it diverges from 
these tracks and follows the street eastwardly to 
Broadway. From this point, after a curve with 
a total angle of about ten degrees, the line crosses 
over the intervening blocks to the foot of Poplar street 
and thence across the Mississippi River. At a point 
250 feet east of Cahokia Creek the line divides into two 


*The loss in distance to Vandalia and B. & O. S. W. Railroads is 5.6 miles. 
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branches. Of these one diverges northwardly, passing 
over the yard of the Illinois Central Railroad, and 
through the intervening blocks to the east end of the 
Broadway bridge in Hast St. Louis, where it meets the 
existing tracks from the Relay Station, and through 
themall roads from the North and East. The other 
branch passes over the east end of the Illinois Central 
yard and curves southwardly into a line parallel with 
Tudor avenue, which is continued to a junction with 
the outer belt line throtigh which it connects with all 
roads from the Southeast and South, or may easily be 
soconnected. Except at afew unimportant streets, near 
the farther end of the southeast approach, the new 
line will cross no street or railroad at grade. 


In crossing the river it will be noted that the main 
span extends from harbor line to harbor line, a distance 
between centers of piers of 1,600 feet. Thereasons for 
a span of this length are, : ! 

First: That under the provision of Sec. 3 of the Act 
of February 27, 1901, which requires that a bridge at 
St. Louis below the Hads bridge shall be built with ‘‘an un- 
broken and continuous single span,’’ nothing else ap- 
pears to be legally possible; and, 


Second: That piers in the river at this point would 
so greatly interfere with boats seeking to land or leave 
the harbor as to makeit almost inaccessible. To ferry 
trafic, in particular, which is certain always to be of 
great and growing importance, they would be obstacles 
well-nigh fatal. So that even if the law were not as it 
now is, it ought to be made so. 


A span of this length is, of course, not desirable, but 
it is entirely practicable, and, for abridge of such im- 
portance, its cost isnot excessive. In fact, a combined 
railroad and highway bridge, with a span of 1,800 feet, 
or 200 feet longer than the one here proposed, is now 
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far along in construction over the St. Lawrence River, 
a few miles above Quebec. 

The clear height of the main span above the city di- 
rectrix, that is the curb level on the wharf between 
Market and Walnut streets, is sixty feet. This is less 
by 15 feet than is called for by Act already cited, but 
as it is ten feet more than now exists at the Merchants’ 
bridge and at the Eads bridge, and is certainly all that 
is needed, the law ought easily to be so changed as to 
permit it. But even if this camhot be done and the full 
75 feet clearance be required, it will not greatly increase 
the cost, though it will increase the grade of the ap- 
proaches and impair the capacity of the structure. The 
grades as now planned will not exceed 1.07 feet per 
hundred, say one per cent, on either side of the river, 
as against one and a half per cent in the tunnel and on 
the east approach of the Eads bridge. 

From the foot of the west approach'to the junction of 
the two east side branches the proposed new structure 
is designed to carry four railroad tracks. This number 
of tracks is dictated in part by the fact that in a span 
of this length the least width demanded for lateral sta- 
bility is 56 feet, which gives room for four tracks, but 
mainly by the fact that any bridge built now should 
have a capacity for a future of not less than fifty years. 
The two branch lines are designed for two tracks each. 

In estimating the cost of a structure of the weight of 
this one, a critical, if not decisive, element is the depth 
to bed rock, on which alone can the main piers be 
safely rested. On the west side, previous excavations 
and soundings above and below Poplar street, make it 
entirely safe to say that this depth cannot exceed thirty- 
six feet below low water, and it may be considerably 
less. On the east side, however, the available infor- 
mation was so scanty that two test borings were put 
down on the east bank of the river, near the center line 
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of the bridge. Though these borings were not on the 
site of the proposed pier, which is more than a hundred 
feet out in the water, they make it reasonably certain 
that the depth to bed rock will be about ninety-eight 
feet below zero of the St. Louis gauge, or three feet 
lower than at the east abutment of the Eads bridge. 
Other surveys necessary to establish the proper location 
on the east side were also made. A careful estimate 
based upon the data thus obtained, gives the poets 
approximate cost: 


West approach) iio, et ie Se 
Main river span, between the Rncioe piers 4,520,000 
Hast approaen yay eee ne estima ay 510,000 
NOrth brane ra AMR NS CaN buen 521,000 
Ties and rails an) place oie lc ee eae 210,000 
DISNAL SV SEOIN eat a RANTS Renae ala Me 57,000 

Potala ai Ua oO OC aN ee 
Add for right of way, general expenses 

and contingencies 666). Pe 

Grand total oye ot 


The bridge thus built will be wholly in the open air 
and free from the noxious gases and the darkness of 
the tunnel. For this reason, by a proper system of 
signals, it will be easily possible for trains to follow 
each other on each track with perfect safety, at inter- 
vals not exceeding one minute. In fact, with shorter 
blocks a shorter interval of time, say forty seconds, 
will be entirely safe. But, calling it one minute, the 
capacity of each track will be sixty trains per hour, or 
four times as many per track as are possible on the 
Hads bridge. And the number of tracks being four 
instead of two, the total traffic capacity of the new 
bridge will be not less than eight times that of the older 


3d 


one; and, so far as can now be seen, it will be equal 
to all probable future demands. If to this we add the 
fact that all roads from the North and East can reach 
the new bridge as easily as the old, and that all roads 
of the Southeast and South ean reach it directly with- 
out backing up, and with a material saving of time 
and distance,* the superiority of the new structure as a 
highway for railroad traffic is fully established. . 


EADS BRIDGE FOR HIGHWAY TRAFFIC. 


But this superiority is for railroad traffic only. For 
highway traffic the Poplar street bridge has no merit, 
and in the plan now presented no provision whatever 
has been made for it. This isin part on account of its 
great height above the ground, which makes any wagon 
approach steep and difficult, but chiefly on account of 
the fact that its location is so far out of the current of 
such traffic as to make it unsuitable. 


The Eads bridge, on the other hand, which connects 
Washington avenue, the central avenue of St. Louis, 
with Broadway, the main thoroughfare of Hast St. 
Louis, is in the very center line of the street traffic. 
This bridge is in fact an extension westwardly across 
the river of the ‘‘St. Louis Cross Dyke,’’ which more 
than fifty years ago (1850-1853), under permission 
granted by the State of Illinois, was built across the 
old river channel east of Bloody Island by the City 
of St. Louis. This dyke extended eastwardly and 
now called Broadway, has since then been the center 
to which the whole development of East St. Louis has 
converged. As a highway for the street traffic, there- 
fore, whether by team or by trolley, no other possible 
location can be as central and convenient as that now 


*Cotton Belt trains would gain 4.2 miles over route via Eads Bridge and 9.7 miles over 
the route via Merchants Bridge now used. 
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occupied by the Eads Bridge, and if its use for purposes _ 
of this kind be properly fostered and developed it will 
be of great and ever increasing value to both cities. 


One very important line of such development is in 
connection with subways for passengers or for freight 
or for both, the building of which in St. Louis ean not 
be very far distant, And the reclamation for uses of 
this kind of the streets now occupied by the tunnel is a 
matter for immediate and serious attention on the part 
of the city authorities and of the people. 


For example, there is little doubt that the main stem 
of the first passenger subway will be, or at least ought 
to be, built under Washington avenue, with its terminal 
loop under the square at the west end of the Kads 
Bridge. This done, the trolley lines from the east, by 
simply transferring them from the upper to the lower 
roadway of the bridge, can be brought into direct con- 
nection with the tracks of the subway—an arrangement 
which will not only permit of higher speed and greater 
service by the electric cars, but will have a further and 
very important advantage of leaving the upper road- 
way wholly free for wagon and foot traffic. 


But this or any large development of this kind is im- 
possible until the bridge is treated simply as a public 
highway, and the tolls and methods of using the strue- 
ture in all its parts rearranged with the sole end of pro- 
moting the greatest possible service. And this can be 
done only when the bridge is owned or controlled by 
one or both of the two cities which it connects. 


Just how, under the existing complications of owner- 
ship hens and leases, this change of control can be 
brought about is not for us to say, but 1s a problem for 
legal experts. But, if once the parties in interest, to 
wit: the railroads and the people of the two cities can 
agree upon the desirability of the end to be obtained, it 
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certainly appears to us assomething morethan possible 
that a valid agreement can be framed, which shall 
make the transfer of the Eads Bridge and the tunnel 
one of the conditions of the franchise for the building 
of the Poplar street bridge. And if it be possible, it 
ought in our judgment to be done. 


Respectfully submitted. 


ROBERT MOORE, 
ALBERT T. PERKINS. 
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